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1
PROVIDING ASSIST TORQUE WITHOUT
HAND WHEEL TORQUE SENSOR FOR ZERO
TO LOW VEHICLE SPEEDS

BACKGROUND OF THE INVENTION

In a typical electric power steering (EPS) system of a
vehicle, a hand wheel torque sensor is used to determine the
driver requested assist torque. When the hand wheel torque
sensor becomes un-enabled and does not function properly,
the EPS system may not be able to provide the steering assist
torque. Accordingly, itis desirable to have an EPS system that
better handles a situation of an un-enabled hand wheel torque
sensor.

SUMMARY OF THE INVENTION

In one embodiment of the invention, a method of control-
ling an electric power steering system of'a vehicle is provided.
The method estimates steering rack force to be caused by a
tire of the vehicle and a surface ofa ground with which the tire
is in contact in response to determining that one or more hand
wheel torque sensors of the vehicle are not enabled. The
method generates a steering assist torque command based on
the estimated steering rack force. The method controls the
electric power steering system using the steering assist torque
command.

In another embodiment of the invention, a system of a
vehicle comprises a control module and a power steering
system that includes one or more hand wheel torque sensors.
The control module is configured to estimate steering rack
force to be caused by a tire of the vehicle and a surface of a
ground with which the tire is in contact in response to deter-
mining that one or more of the hand wheel torque sensors are
not enabled. The control module is further configured to
generate a steering assist torque command based on the esti-
mated steering rack force. The control module is further con-
figured to control the electric power steering system using the
steering assist torque command.

These and other advantages and features will become more
apparent from the following description taken in conjunction
with the drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

The subject matter which is regarded as the invention is
particularly pointed out and distinctly claimed in the claims at
the conclusion of the specification. The foregoing and other
features, and advantages of the invention are apparent from
the following detailed description taken in conjunction with
the accompanying drawings in which:

FIG. 1 illustrates a functional block diagram of a steering
system that includes an assist torque calculation system in
accordance with exemplary embodiments of the invention;

FIG. 2 illustrates a dataflow diagram illustrating an assist
torque calculation system in accordance with exemplary
embodiments of the invention;

FIG. 3 depicts a dataflow diagram of a rack load estimator
in accordance with exemplary embodiments of the invention;

FIG. 4 depicts a dataflow diagram of an assist torque com-
mand generator in accordance with exemplary embodiments
of the invention;

FIG. 5 depicts a dataflow diagram of a hand wheel angle
based scaling module in accordance with exemplary embodi-
ments of the invention; and
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2

FIG. 6 illustrates a flow diagram of an assist torque com-
mand generation method in accordance with exemplary
embodiments of the invention.

DETAILED DESCRIPTION

The following description is merely exemplary in nature
and is not intended to limit the present disclosure, its appli-
cation or uses. It should be understood that throughout the
drawings, corresponding reference numerals indicate like or
corresponding parts and features.

Referring now to FIG. 1, where the invention will be
described with reference to specific embodiments without
limiting same, an exemplary embodiment of a vehicle 10
including a steering system 12 is illustrated. In various
embodiments, the steering system 12 includes a hand wheel
14 coupled to a steering shaft 16. In one exemplary embodi-
ment, the steering system 12 is an electric power steering
(EPS) system that further includes a steering assist unit 18
that couples to the steering shaft 16 of the steering system 12
and to tie rods 20, 22 of the vehicle 10. The steering assist unit
18 includes, for example, a rack and pinion steering mecha-
nism (not shown) that may be coupled through the steering
shaft 16 to a steering actuator motor and gearing (hereinafter
referred to as the steering actuator). During operation, as the
hand wheel 14 is turned by a vehicle operator (i.e., a driver),
the motor of the steering assist unit 18 provides the assistance
to move the tie rods 20, 22 which in turn moves steering
knuckles 24, 26, respectively, coupled to roadway wheels 28,
30, respectively of the vehicle 10. Although an EPS system is
illustrated in FIG. 1 and described herein, it is appreciated that
the steering system 12 of the present disclosure can include
various controlled steering systems including, but not limited
to, steering systems with hydraulic configurations, and steer
by wire configurations.

As shown in FIG. 1, the vehicle 10 further includes various
sensors 31-33 that detect and measure observable conditions
of'the steering system 12 and/or of'the vehicle 10. The sensors
31-33 periodically or continuously generate sensor signals
based on the observable conditions. In various embodiments,
the sensors 31-33 include, for example, a hand wheel torque
sensor, a hand wheel angle sensor, a hand wheel velocity
sensor, roadway wheel velocity sensors, and other sensors. In
one embodiment, some of these sensors have redundant or
backup sensors to validate or complement the sensor signals.
The sensors 31-33 send the signals to the control module 40.

In various embodiments, a control module 40 controls the
operation of the steering system 12 and/or the vehicle 10
based on one or more of the enabled sensor signals and further
based on the assist torque calculation systems and methods of
the present disclosure. Generally speaking, the methods and
systems in various embodiments of the invention generate an
assist torque command without using a hand wheel torque
signal, which typically indicates the driver-requested assist,
when the hand wheel torque sensor supplying the hand wheel
torque signal becomes un-enabled or faulty. Specifically, the
methods and systems utilize a modified static tire model to
estimate rack load or steering rack force when the vehicle is
stationary or moving at a relatively low velocity (e.g., atabout
10 kilometers per hour or below). The methods and systems
generate a scale factor based on the hand wheel angle, the
hand wheel velocity, the vehicle velocity and a previously
generated assist torque command. The methods and systems
generate an assist torque command by scaling the estimated
steering rack force with the scale factor.

FIG. 2 depicts a dataflow diagram of the control module 40
of FIG. 1 that is used to control the steering system 12 and/or
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the vehicle 10 of FIG. 1. In various embodiments, the control
module 40 can include one or more sub-modules and datas-
tores, such as a rack load estimator 202 and an assist torque
command generator 204. As used herein the terms module
and sub-module refer to an application specific integrated
circuit (ASIC), an electronic circuit, a processor (shared,
dedicated, or group) and memory that executes one or more
software or firmware programs, a combinational logic circuit,
and/or other suitable components that provide the described
functionality. As can be appreciated, the sub-modules shown
in FIG. 2 can be combined and/or further partitioned to simi-
larly generate an assist torque command. As can be appreci-
ated, the sub-modules shown in FIG. 2 can be implemented as
a single control module 40 (as shown) or multiple control
modules (not shown). Inputs to the control module 40 can be
generated from the sensors of the vehicle 10 (FIG. 1), can be
modeled within the control module 40 (e.g., by other sub-
modules (not shown)), can be received from other control
modules (not shown), and/or can be predefined.

As known, rack load or steering rack force is caused by one
or more tires of the vehicle and the surface of the ground with
which the tires are in contact as the tire plane(s) relative to the
surface is rotated (by steering the hand wheel). In order to
steer the hand wheel to the desired position, the steering rack
force has to be overcome by a torque in addition to a torque to
rotate the hand wheel. The rack load estimator 202 is config-
ured to estimate the steering rack force and generates an
estimated steering rack force signal 212 indicating the steer-
ing rack force based on a hand wheel angle or position signal
206, a hand wheel velocity signal 208 and a vehicle velocity
signal 210. The hand wheel angle signal 206, the hand wheel
velocity signal 208 and the vehicle velocity signal 210 indi-
cate hand wheel angle values, hand wheel velocity values and
vehicle velocity values, respectively, detected by the various
sensors 31-33 of FIG. 1. In some embodiments, the hand
wheel velocity signal 208 may be derived from the hand
wheel angle signal 206 based on an algorithm for calculating
hand wheel velocity values from the hand wheel angle values
at different instances in time, instead of being generated by a
hand wheel velocity sensor. In some embodiments, the rack
load estimator 202 utilizes a modified static tire model to
estimate the steering rack force. More details about the rack
load estimator 202 and the modified static tire model will be
described further below by reference to FIG. 3.

The assist torque command generator 204 generates an
assist torque command 214, which is periodic or continuous
signal indicative of the amount of assist torque. The assist
torque command 214 is for commanding the motor of the
steering assistunit 18 of FIG. 1 to generate assist torque to aid
the driver of the vehicle when the vehicle is stationary or
moving at a relatively low velocity (e.g., at about 10 kilome-
ters per hour (kph) or below). Specifically, the assist torque
command generator 204 generates a scale factor based on the
hand wheel angle signal 206, the hand wheel velocity signal
208 and the vehicle velocity signal 210. The assist torque
command generator 204 generates the assist torque command
214 by scaling the estimated steering rack force signal 212
with the scale factor. More details about the assist torque
command generator 204 will be described further below by
reference to FIG. 4.

In some embodiments, the assist torque command 214 is
blended by the blender 220 with another assist torque com-
mand 216, which is also generated without using a hand
wheel torque signal from a hand wheel torque sensor. Spe-
cifically, the assist torque command 216 is generated by other
sub-modules (not shown) of the control module 40 based on
a lateral acceleration of the vehicle estimated from the hand
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4

wheel angle signal. In some embodiments, the blender 220
blends the assist torque commands 214 and 216 by adding the
commands. Generating the assist torque command 216 is
described in U.S. patent application Ser. No. 14/263,162,
filed Apr. 28, 2014, which is incorporated herein by reference
in its entirety. In these embodiments, a blend of the assist
torque commands 214 and 216 is sent to the motor as an assist
torque command 218.

FIG. 3 depicts a datatlow diagram of the rack load estima-
tor 202 of FIG. 2, which utilizes a modified static tire model
to estimate the steering rack force. A static tire model for
estimating hand wheel torque is described in van der Jagt,
Pim, “Prediction of Steering Efforts During Stationary or
Slow Rolling Parking Maneuvers,” Ford Forschungszentrum
Aachen GmbH., Oct. 27, 1999, which is incorporated herein
by reference in its entirety. This static tire model is referred to
as “Van der Jagt static tire model” in the present disclosure. In
some embodiments, the rack load estimator 202 utilizes a
modified Van der Jagt static model to estimate the hand wheel
torque.

The Van der Jagt static model includes the following equa-
tion for estimating steering rack force to be caused by the tire
and the surface of the ground with which the tire is in contact:

M,=Ky,W¥W (Equation 1)

where Ky, is the torsional stiftness of the tire; W is the yaw
angle of the wheel plane for the tire; and M, is the steering
rack force to be caused by the tire. Different tires have differ-
ent torsional stiffness.

The Van der Jagt static model further includes the follow-

ing two equations:
W o (1= MM )W i sign(W,,, )=sign(W) (Equation 2)
\I.Jdej,:‘il ifsig_n(\lldejr)#sign(\l.l) (Equation 3)

where W is a time derivative of the yaw angle W of the wheel
plane; W, s the torsional deflection (i.e., deformation angle)
of the tire as the hand wheel rotates; W, is a time derivative
of W, .4 M, .. is the maximum torque that can be generated
by the tire; and sign( ) is a function that returns the sign (e.g.,
a positive and a negative) of the input value. Equation 2
defines the time derivative W ;, -of torsional deflection W ,, o
the tire when the sign of W, is the same as the sign of the time
derivative of the yaw angle W (i.e., when the direction of the
deflection of the tire and the direction of the yaw angular
velocity of the wheel plane are the same). Equation 3 defines
the time derivative W, of torsional deflection W, -of the tire
when the sign of W, is the same as the sign of the time
derivative of the yaw angle W (i.e., when the direction of the
deflection of the tire and the direction of the yaw angular
velocity of the wheel plane are opposite). Equations 2 and 3
show nonlinearities between the steering rack force and the
hand wheel angle.

The Van der Jagt static model further includes the follow-
ing equations for estimating the steering rack force when the
vehicle is stationary:

Watepn=Memax/ Ko (Equation 4)
W o W aerdt (Equation 5)
M=Ky W up (Equation 6)

where W, is the maximum possible deflection of the tire.
Equation 4 shows that the maximum possible deflection of the
tire before the tire starts to slip may be calculated by dividing
the maximum torque that can be generated by the tire by the
torsional stiffness of the tire. Equation 5 shows that the
deflection of the tire builds up as the hand wheel rotates.
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Equation 6 shows that is the steering rack force M, is esti-
mated by multiplying the torsional stiffness of the tire by the
torsional deflection of the tire.

The Van der Jagt static model further includes the follow-
ing equations for estimating the steering rack force when the
vehicle is moving at a relatively slow velocity (e.g., 10 kph or
below):

1 (Equation 7)
Waerr = s W

=X, /(07) (Equation 8)

Wl Ot(lI.Jdef"lI.JdejQ)'al
where T is a time constant; @deﬂ is a time derivative of W, 4
X,,; 1s the tire relaxation length;  is the tire rotational veloc-
ity; and r is the tire rolling radius. In the Van der Jagt model,
it is assumed that the tire have about two thirds of the steady
state values (e.g., torsional stiffness and torsional deflection
of the tire when the vehicle is stationary) after the tire has
rolled over the tire relaxation length. Accordingly, T indicates
that at time r the tire has about two thirds of its steady state
value.

In some embodiments, the rack load estimator 202 includes
one or more sub-modules and datastores, such as low pass
filters 304 and 306, a maximum torque adjuster 308 and an
estimation module 302. The rack load estimator 202 uses a
modified Van der Jagt static model to estimate the steering
rack force. Specifically, the low pass filters 304 and 306 filter
the hand wheel angle signal 206 and the hand wheel velocity
signal 208, respectively. The low pass filters 304 and 306
remove noise from the hand wheel angle signal 206 and the
hand wheel velocity signal 208 and add a time delay to the
hand wheel angle signal 206 and the hand wheel velocity
signal 208. This time delay makes the estimation of the steer-
ing rack road more accurate because the delay synchs up the
phases of the hand wheel angle signal 206 and the hand wheel
velocity signal 208 with the motion of the tire. The motion of
the hand wheel precedes the motion of the tire because the
motion of the tire is caused by the motion of the hand wheel.

The estimation module 302 modifies the Van der Jagt static
tire model by replacing the tire steering coordinates in the
equations 1-9 of the Van der Jagt static tire model with the
hand wheel angle values, the hand wheel velocity values and
the vehicle velocity values. For instance, the hand wheel
angle is used instead of the yaw angle W of the wheel plane for
the tire, and the hand wheel velocity is used instead of the time
derivative W of the yaw angle W of the wheel plane.

The maximum torque adjuster 308 further modifies the
equations of the Van der Jagt static tire model by adjusting the
maximum torque value that can be generated by the tire. In the
Van der Jagt static tire model, it is assumed that the surface of
the ground is a dry pavement. That is, it is assumed that the
surface friction is a constant. In order to make the estimation
of'the steering rack force in light of the road friction changes,
nonlinearities and other un-modeled dynamics, the maximum
torque adjuster 308 scales down the maximum torque M, ,,, ..
that can be generated by the tire.

In some embodiments, the maximum torque adjuster 308
generates a scalar factor based on the hand wheel velocity and
scalesdown M, ,, . by multiplying M, ,, by the scale factor.
Specifically, the maximum torque adjuster 308 uses a thresh-
old hand wheel velocity value that is determined empirically.
The threshold hand wheel velocity is used for determining
whether the hand wheel velocity indicates that the vehicle is

(Equation 9)
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on a low friction surface. That is, in some embodiments, if the
hand wheel velocity is greater than the threshold hand wheel
velocity, the maximum torque adjuster 308 determines that
the vehicle is on a low friction surface (e.g., on an icy road)
and sets the scale factor to a small value (e.g., Y20 or 0.05). If
the hand wheel velocity is less than or equal to the threshold
hand wheel velocity, the maximum torque adjuster 308 deter-
mines that the vehicle is not on a low friction surface and sets
the scale factor to a value (e.g., one) in order not to scale down
M. ... In some embodiments, the maximum torque adjuster
308 limits the rate of the change of the scaling factor in order
to scale M., ., smoothly. For instance, the maximum torque
adjuster 308 limits the rising rate to 0.05 (i.e., the scaling
factor increases such that M, , _rises by 0.05 times per unit
time) and limits the decreasing rate to —50 (i.e., the scaling
factor decreases by not more than 50 times for a unit time).
The maximum torque adjuster 308 multiplies M, ., by the
scale factor to scale M., ,, .. The maximum torque adjuster
308 sends the scaled M., ,,, ., 310 to the estimation module 302,
which generates the estimated steering rack force signal 212.

FIG. 4 depicts a dataflow diagram of the assist torque
command generator 204 of FIG. 2. In some embodiments, the
assist torque command generator 204 includes one or more
sub-modules and datastores, such as a hand wheel velocity
based scaling module 402, a hand wheel angle based scaling
module 404, a hand wheel velocity and angle based limiter
406, a vehicle velocity based scaling module 408, a limiter
410, a delaying module 412, and multipliers 414 and 416.

The hand wheel velocity based scaling module 402 takes as
input the assist torque command 214 previously generated by
the assist torque command generator 204 and the hand wheel
velocity signal 208. The hand wheel velocity based scaling
module 402 generates a scale factor 420 to use to scale down
the estimated steering rack force signal 212. The estimated
steering rack force signal 212 is scaled with the scale factor
420 such that the output assist torque command 214 gener-
ated from the estimated steering rack force signal 212 pro-
vides the natural return of the hand wheel to the centered
position in the absence of driver-provided torque to the hand
wheel.

In some embodiments, the hand wheel velocity based scal-
ing module 402 sets the scale factor 420 to a value (e.g., 0.3)
to ramp down the estimated steering rack force signal 212 to
30% when the hand wheel velocity is less than a threshold
velocity. The hand wheel velocity based scaling module 402
sets the scale factor 420 to ramp up the estimated steering rack
force signal 212 to full values (e.g., about 100%) when the
hand wheel velocity is greater than a threshold velocity. The
scaling factor 420 is used to ramp up the estimated steering
rack force signal 212 when the assist torque command 214
indicates assist torque that is in the same direction as the hand
wheel velocity signal 208. The scaling factor 420 is used to
ramp down the assist torque command when the assist torque
command is in the opposite direction as the hand wheel veloc-
ity (i.e., when the assist torque command 214 and the hand
wheel velocity have different signs—quadrants [Tand IV). An
example ofthe hand wheel velocity based scaling module 402
is described in the above-incorporated U.S. patent application
Ser. No. 14/263,162.

The hand wheel angle based scaling module 404 takes as
input the assist torque command 214 previously generated by
the assist torque command generator 204, the vehicle velocity
signal 210 and the hand wheel angle signal 206. The hand
wheel angle based scaling module 404 generates a scale fac-
tor 422 to use to scale down the estimated steering rack force
signal 212. The estimated steering rack force signal 212 is
scaled with the scale factor 422 such that the output assist
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torque command 214 generated from the estimated steering
rack force signal 212 provides the natural return of the hand
wheel to the centered in the absence of driver-provided torque
to the hand wheel. More details of the hand wheel angle based
scaling module 404 are described further below by reference
to FIG. 5.

The hand wheel velocity and angle based limiter 406 takes
as input the hand wheel velocity signal 208 and the hand
wheel angle signal 206. The hand wheel velocity and angle
based limiter 406 generates a scale factor 424 to use to scale
down the estimated steering rack force signal 212. The esti-
mated steering rack force signal 212 is scaled with the scale
factor 424 such that the output assist torque command 214
generated from the estimated steering rack force signal 212
does not over-assist the driver (i.e., provides assist torque no
more than necessary).

In some embodiments, the hand wheel velocity and angle
based limiter 406 determines a first gain value using a first
gain table indexed by the hand wheel angle values indicated
by the hand wheel angle signal 206. The first gain table
returns a constant gain (e.g., one) for the hand wheel angle
values below a threshold hand wheel angle. The gain value
that the first gain table returns gets smaller for a hand wheel
angle value above the threshold hand wheel angle as the hand
wheel angle value increases. Likewise, the hand wheel veloc-
ity and angle based limiter 406 determines a second gain
value using a second gain table indexed by the hand wheel
velocity values indicated by the hand wheel velocity signal
208. The second gain table returns a constant gain (e.g., one)
for the hand wheel velocity values below a threshold hand
wheel velocity. The gain value that the second gain table
returns gets smaller for a hand wheel velocity value above the
threshold hand wheel velocity as the hand wheel velocity
value increases. The hand wheel velocity and angle based
limiter 406 multiplies the first gain value by the second gain
value. The hand wheel velocity and angle based limiter 406
then limits the rate of the change of the product of the first and
second gain values to a range so that the value of the product
changes smoothly. The resulting product is the scale factor
424.

The vehicle velocity based scaling module 408 takes as
input the vehicle velocity signal 210. The vehicle velocity
based scaling module 408 generates a scale factor 426 to use
to scale down the estimated steering rack force signal 212.
The estimated steering rack force signal 212 is scaled with the
scale factor 426 such that the output assist torque command
214 generated from the estimated steering rack force signal
212 is scaled down progressively to zero as the vehicle veloc-
ity increases. Specifically, in some embodiments, the vehicle
velocity based scaling module 408 determines a speed depen-
dent gain using a speed dependent gain table that is indexed
by the vehicle velocity values indicated by the vehicle veloc-
ity signal 210. The gain value that this speed dependent gain
table returns gets larger as the vehicle velocity increases. The
gain value saturates once the vehicle velocity reaches above a
threshold vehicle velocity. This vehicle velocity based scaling
module 408 then limits this gain value to a range (e.g., arange
from zero to one). The resulting gain value is the scale factor
426.

In some embodiments, the multiplier 414 multiples the
four scale factors 420, 422, 424 and 426 together and sends
this product of the four scale factors to the limiter 410, which
limits this product to a range (e.g., a range from zero to one).
The multiplier 416 then generates the output assist torque
command 214 by multiplying the estimated steering rack
force by the product of the four scale factors. The output assist
torque command 214 is delayed by the delaying module 412
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by, for example, a unit time and then is supplied to the hand
wheel velocity based scaling module 402 and the hand wheel
angle based scaling module 404. Also, as discussed above by
reference to FIG. 2, the assist torque command 214 gets
blended with the assist torque command 216 in some embodi-
ments.

FIG. 5 depicts a dataflow diagram of the hand wheel angle
based scaling module 404 of FIG. 4. In some embodiments,
the hand wheel angle based scaling module 404 includes one
or more sub-modules and datastores, such as a gain deter-
miner 502, a vehicle velocity dependent gain table 504, a
limiter 506, a subtractor 508, sign determiners 510 and 512, a
multiplier 514, a selector 516, a multiplier 518, a blender 520,
a limiter 522, and a rate limiter 524. As described above, the
hand wheel angle based scaling module 404 takes as input the
assist torque command 214 previously generated by the assist
torque command generator 204, the vehicle velocity signal
210 and the hand wheel angle signal 206.

The gain determiner 502 determines a speed dependent
gain signal 526 based on the vehicle velocity 210. Specifi-
cally, in some embodiments, the gain determiner 502 uses the
vehicle velocity dependent gain table 504, which is indexed
by the vehicle velocity values indicated by the vehicle veloc-
ity signal 210. The speed dependent gain table 504 returns a
constant (e.g., one) for a vehicle velocity that is below a
threshold vehicle velocity. A gain value that the speed depen-
dent gain table 504 returns gets smaller for a vehicle velocity
value above the threshold vehicle velocity as the vehicle
velocity value increases.

The limiter 506 limits the speed dependent gain signal 526
to a range of gain values (e.g., a range from zero to one) to
generate a limited speed dependent gain signal 528. The
subtractor 508 then subtracts the limited speed dependent
gain signal 528 from a constant 530 (e.g., one) to generate a
gain signal 532.

The sign determiners 510 and 512 each take an input signal
and generate a sign signal based on the sign of the input signal
values. For instance, when the input signal indicates a nega-
tive value, the sign determiners generate —1. When the input
signal indicates a positive value, the sign determiners gener-
ate +1. When the input signal indicates a zero, the sign deter-
miners generate a zero. The sign determiner 510 takes as an
input signal the assist torque command 214 and generates a
sign signal 534. The sign determiner 512 takes as an input
signal the hand wheel angle signal 206 and generates a sign
signal 536.

The multiplier 514 generates a quadrant signal 538 by
multiplying the two sign signals 534 and 536. When the
quadrant signal 538 indicates a negative value, it means that
the sign of the assist torque command 214 is different than the
sign of the hand wheel angle 215 (i.e., the second or fourth
quadrant in a two-dimensional coordinate system in which
the hand wheel angle values and the assist torque values make
up the two axis). That is, the hand wheel is steered to the left
of the center position and the assist torque indicated by the
assist torque command 214 points right, or the hand wheel is
steered to the right of the center position and the assist torque
points left. When the quadrant signal 538 indicates a positive
value, it means that the sign of the assist torque command 214
is the same as the sign of the hand wheel angle 215 (i.e., the
first or third quadrant). That is, the hand wheel is steered to the
left of the center position and the assist torque indicated by the
assist torque command 214 points left, or the hand wheel is
steered to the right of the center position and the assist torque
points right. When the quadrant signal 538 is a zero, it means
either the hand wheel is at the center position or the assist
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torque indicates by the assist torque command 214 is a zero
(i.e., the hand wheel is stationary).

Based on the quadrant signal 538, the selector 516 gener-
ates a gain signal 540. Specifically, the selector 516 selects a
quadrant based gain value 544 as the gain signal 540 if the
quadrant signal 538 indicates a negative value. In some
embodiments, the quadrant based gain value 544 is predeter-
mined based on different possible quadrant signal values. The
selector 516 selects a constant 542 (e.g., one) as the gain
signal 540 if the quadrant signal 538 does not indicate a
negative value (i.e., the quadrant signal 538 indicates a posi-
tive value or a zero).

The multiplier 518 multiplies the gain signal 532 from the
subtractor 508 by the gain signal 540 from the selector 516 to
generate a scale factor 546. The blender 520 blends (e.g.,
adds) the scale factor 546 with the limited speed based gain
signal 528 from the limiter 506 to generate a scale factor 548.
The limiter 522 limits the scale factor 548 to a range of gain
values (e.g., a range from zero to one) to generate a limited
speed factor 550. The rate limiter 524 then limits the rate of
the change of the limited scale factor 550 to a range so that the
value of the limited scale factor 550 changes smoothly over
time. The output signal of the rate limiter 524 is the scale
factor 422.

Referring now to FIG. 6, a flow diagram illustrates an assist
torque command generation method that can be performed by
the control module 40 of FIG. 1. As can be appreciated in light
of' the disclosure, the order of operation within the method is
not limited to the sequential execution as illustrated in FIG. 6,
but may be performed in one or more varying orders as
applicable and in accordance with the present disclosure. In
various embodiments, the method can be scheduled to run
based on predetermined events, and/or run continually during
operation of the vehicle 10.

Atblock 610, the control module 40 receives sensor signals
from the sensors 31-33 of FIG. 1. The control module 40 then
determines at block 620 whether one or more hand wheel
torque sensors of the vehicle 10 are enabled or operating
properly. The control module 40 may determine whether the
hand wheel torque sensors are enabled by, for example, ana-
lyzing the hand wheel torque signals from the sensors. When
the control module 40 determines that one or more hand
wheel torque sensors are not enabled, the control module 40
proceeds to block 640, which will be described further below.
When the control module 40 determines that one or more
hand wheel torque sensors are enabled and that at least one
hand wheel torque sensor signal is usable, the control module
40 at block 630 generates an assist torque command using the
torque sensor signal.

At block 640, the control module 40 estimates or predicts
steering rack force to be caused by a tire of the vehicle and a
surface of a ground with which the tire is in contact when the
vehicle is stationary or moving at a relatively low velocity that
is below a threshold velocity. In some embodiments, the
control module 40 uses a modified static tire model to esti-
mate the steering rack force. The control module 40 may filter
the hand wheel angle signal 206 and the hand wheel velocity
signal 208 with the low pass filters 304 and 306, respectively,
in order to remove noise from the signals and apply a delay to
the signals. The control module 40 may also scale down a
maximum value of torque, which the tire is capable of gen-
erating, based on the vehicle velocity signal 210.

At block 650, the control module 40 generates the assist
torque command 214 based on the steering rack force esti-
mated at block 640. Specifically, in some embodiments, the
control module 40 scales down the estimated steering rack
force with a product of a plurality of scale factors in order to
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generate the assist torque command 214 from the estimated
steering rack force. The control module 40 generates one
scale factor based on previously generated assist torque com-
mand 214, the vehicle velocity signal 210 and the hand wheel
angle signal 206. The control module 40 generates another
scale factor based on the hand wheel angle signal 206 and the
hand wheel velocity signal 208. The control module 40 gen-
erates another scale factor based on the assist torque com-
mand 214, the vehicle velocity signal 210 and the hand wheel
angle signal 206. The control module 40 generates another
scale factor based on the vehicle velocity signal 210.

At block 660, the control module 40 optionally blends the
assist torque command generated at block 640 with another
assist torque command the control module 40 may generate.
In some embodiments, the control module 40 generates the
other assist torque command 216 based on a lateral accelera-
tion of the vehicle estimated from the hand wheel angle
signal.

At block 670, the control module 40 controls the EPS
system by sending the assist torque command generated at
block 630 or 650 or the blend generated at block 660 to the
motor of the EPS system.

While the invention has been described in detail in connec-
tion with only a limited number of embodiments, it should be
readily understood that the invention is not limited to such
disclosed embodiments. Rather, the invention can be modi-
fied to incorporate any number of variations, alterations, sub-
stitutions or equivalent arrangements not heretofore
described, but which are commensurate with the spirit and
scope of the invention. Additionally, while various embodi-
ments of the invention have been described, it is to be under-
stood that aspects of the invention may include only some of
the described embodiments. Accordingly, the invention is not
to be seen as limited by the foregoing description.

Having thus described the invention, it is claimed:
1. A method of controlling an electric power steering sys-
tem of a vehicle, the method comprising:
filtering a hand wheel angle with a low-pass filter;
filtering a hand wheel velocity with a low-pass filter;
determining that one or more hand wheel torque sensors of
the vehicle are not enabled;
estimating steering rack force caused by a tire of the
vehicle and a surface of'a ground with which the tire is in
contact with the filtered hand wheel angle and the fil-
tered hand wheel velocity;
generating a steering assist torque command based on the
estimated steering rack force; and
controlling the electric power steering system using the
steering assist torque command.
2. A system of a vehicle comprising:
a power steering system that includes one or more hand
wheel torque sensors; and
a control module configured to:
filter a hand wheel angle with a low-pass filter;
filter a hand wheel velocity with a low-pass filter;
estimate, using the filtered hand wheel angle and the
filtered a hand wheel velocity, a steering rack force
caused by a tire of the vehicle and a surface of a
ground with which the tire is in contact in response to
determining that one or more hand wheel torque sen-
sors of the vehicle are not enabled;
generate a steering assist torque command based on the
estimated steering rack force; and
control the electric power steering system using the
steering assist torque command.
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3. The method of claim 1, further comprising:

scaling down a maximum value of torque, which the tire is
capable of generating, based on a vehicle velocity; and

using the scaled down maximum value of torque to esti-
mate the steering rack force.

4. The method of claim 1, further comprising:

generating a scale factor using the steering assist torque
command and a hand wheel velocity; and

scaling the estimated steering rack force with the scale
factor.

5. The method of claim 1, further comprising:

generating a scale factor using the steering assist torque
command, a vehicle velocity and a hand wheel angle;
and

scaling the estimated steering rack force with the scale
factor.

6. The method of claim 1, further comprising:

generating a scale factor using a hand wheel angle and a
hand wheel velocity; and

scaling the estimated steering rack force with the scale
factor.

7. The method of claim 1, further comprising:

generating a scale factor using the steering assist torque
command, a vehicle velocity and a hand wheel angle;
and

scaling the estimated steering rack force with the scale
factor.

8. The method of claim 1, further comprising:

generating a scale factor using a vehicle velocity; and

scaling the estimated steering rack force with the scale
factor.

9. The method of claim 1, further comprising:

generating a first scale factor using the steering assist
torque command, a vehicle velocity and a hand wheel
angle;

generating a second scale factor using a hand wheel angle
and a hand wheel velocity;

generating a third scale factor using the steering assist
torque command, a vehicle velocity and a hand wheel
angle;

generating a fourth scale factor using a vehicle velocity;

generating a product of the first, second, third and fourth
scale factors; and

scaling the estimated steering rack force with the product.

10. The method of claim 1, further comprising:

generating an assist torque command by:

estimating a lateral acceleration of the vehicle based on a
hand wheel angle; and

determining an amount of assist torque based on the esti-
mated lateral acceleration; and

blending the two assist torque commands to control the
electric power steering system using the blend of the two
steering assist torque commands.

11. The system of claim 2, wherein the control module is

further configured to:
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generate a first scale factor using the steering assist torque
command, a vehicle velocity and a hand wheel angle;
generate a second scale factor using a hand wheel angle and
a hand wheel velocity;
generate a third scale factor using the steering assist torque
command, a vehicle velocity and a hand wheel angle;
generate a fourth scale factor using a vehicle velocity;
generate a product of the first, second, third and fourth
scale factors; and
scale the estimated steering rack force with the product.
12. The system of claim 2, wherein the control module is
further configured to:
generate an assist torque command by:
estimating a lateral acceleration of the vehicle based on a
hand wheel angle; and
determining an amount of assist torque based on the esti-
mated lateral acceleration; and
blending the two assist torque commands to control the
electric power steering system using the blend of the two
steering assist torque commands.
13. The system of claim 2, wherein the control module is
further configured to:
scale down a maximum value of torque, which the tire is
capable of generating, based on a vehicle velocity; and
use the scaled down maximum value of torque to estimate
the steering rack force.
14. The system of claim 2, wherein the control module is
further configured to:
generate a scale factor using the steering assist torque
command and a hand wheel velocity; and
scale the estimated steering rack force with the scale factor.
15. The system of claim 2, wherein the control module is
further configured to:
generate a scale factor using the steering assist torque
command, a vehicle velocity and a hand wheel angle;
and
scale the estimated steering rack force with the scale factor.
16. The system of claim 2, wherein the control module is
further configured to:
generate a scale factor using a hand wheel angle and a hand
wheel velocity; and
scale the estimated steering rack force with the scale factor.
17. The system of claim 2, wherein the control module is
further configured to:
generate a scale factor using the steering assist torque
command, a vehicle velocity and a hand wheel angle;
and
scale the estimated steering rack force with the scale factor.
18. The system of claim 2, wherein the control module is
further configured to:
generate a scale factor using a vehicle velocity; and
scale the estimated steering rack force with the scale factor.
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